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Promoting Good Roads: Basketball and 
Baseball on the Red Line Road in 1915 
Mark E. Eberle 
Early transcontinental road trips were truly an adventure. Roads, where they existed, 
were primitive, dusty or muddy, and rutted. Fuel and replacement parts could be hard to 
obtain, and towns in the West were far apart. A documentary and companion book by 
Ken Burns and Dayton Duncan recounted Horatio Nelson Jackson’s trip from San 
Francisco to New York in 1903 in the company of mechanic Sewall Crocker and a dog 
named Bud, adopted along the way.1 Cross-country trips by Alice Huyler Ramsey in the 
company of three women in 1909, Blanche Stuart Scott with two female companions in 
1910, and Amanda Preuss in 1916 made national headlines.2 Even as late as 1919, a military 
convoy, with Major Dwight Eisenhower among its members, demonstrated how poor the 
road conditions were in some parts of the nation.3 Though sometimes referred to as 
highways, early roads remained unpaved along most of their lengths, especially in sparsely 
populated areas, such as rural Kansas. Nevertheless, local and state associations promoted 
several interstate roads that traversed the state, and in 1915, basketball and baseball teams 
contributed to the effort by barnstorming along the Red Line Road. 
Good Roads 
The Good Roads Movement to improve the quality of rural roads began in the 1880s 
with the bicyclists of the League of American Wheelman (LAW), who advocated for the 
rights of bicyclists to ride on public roads. Most bicyclists lived in cities, but they soon 
found allies among the farmers who relied on rural roads to connect them with nearby 
communities and railroads.4 
One of the legal proceedings supporting the use of public roadways by bicyclists was 
the case of W.E. Swift v. The City of Topeka adjudicated in the Supreme Court of Kansas in 
1890. Swift was fined for riding his bicycle across the Kansas River Bridge on that portion 
of the bridge designated for wheeled vehicles. Other sections were devoted to pedestrians, 
which he avoided. The city ordinance allowed bicycles to be ridden on public streets but 
not sidewalks. However, the apparent intent of the city was to treat the Kansas River 
Bridge differently. Riding bicycles was not permitted on any part of the bridge. In a 
unanimous decision, the justices ruled in Swift’s favor. They cited two points. The bridge 
was viewed legally as a public street, and the bicycle had been defined in the United States 
and England as a “carriage.” Thus, it could not be excluded from public routes, including 
bridges, if they were open to other vehicles.5 
In the 1890s, the initiation of rural free delivery (RFD) by the US Postal Service added 
to the calls for better roads.6 The cause of good roads gained even more supporters in the 
next century. The increasing numbers of automobiles and the desire of their owners to 
travel through the countryside led to the organization of good roads associations at 
county, state, and national levels. 
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In 1898, the Missouri Good Roads Association pursued a broader coalition and became 
the Interstate Good Roads and Improvement Association (also referred to as the State and 
Interstate Good Roads Association). The Kansas Good Roads Association was organized 
in Topeka in September 1900, and it sent delegates to the national convention held in 
Chicago that November. At the Chicago convention, the 1898 interstate association was 
reorganized as the National Good Roads and Public Improvements Association “to 
represent national, state, agricultural, industrial, commercial, transportation, wheelman’s, 
and automobile associations of the country, who are furthering the cause of good roads.”7 
The first county associations in Kansas were organized during the late 1890s. For 
example, the Ford County Good Roads Association was organized in Dodge City in April 
1898 by farmers seeking “to prevent the wholesale fencing up of the country into large 
pastures without regard to roads or the convenience of settlers.”8 However, most local 
associations were not organized until 1900, and one of the goals of the state association 
established that year was to establish a good roads association in every county.9 
Another early goal of the good roads associations was to advocate changes to the laws 
and constitution of Kansas that would allow the state to participate directly in the 
development of highways. The Kansas constitution prohibited the state government from 
funding any internal improvements. This left the construction and maintenance of rural 
roads to the counties and townships, which were permitted to raise funds through bonds. 
Later, they would receive money from other sources.10 
ABOVE: Horse-drawn RFD mail wagons in 
Dorrance, Kansas, 1909. RIGHT: George 
Graham, RFD carrier, standing beside his 
automobile in Webber, Kansas, 1915. Kansas 
Historical Society (kansasmemory.org). 
Used with permission. Copy and reuse 
restrictions apply. 
3 
Good Roads Days were organized for volunteers from towns, aided by farmers with 
horses and equipment suitable for road construction or improvement, as shown below on 
a road near Beloit. The Topeka State Journal described a similar event near Watson in 1914. 
Topeka business owners “who could not leave their places of business hired substitutes.”11  
Topeka merchants, professional men, and others joined with farmers and day 
laborers in leveling a hill on the Red Line two miles east of Watson today. It 
was an unusual picture that was presented—men like Justice Silas Porter, Dr. 
S.S. Estey and others who stand at the head of their respective professions, 
toiling side by side with the men with hands hardened and used to the pick 
and shovel. … But the best part of it all was the dinner. Appetites were keen, 
and the good things were piled high in Woodman Hall in Watson. … The 
dinner was prepared by the Willing Workers, a community organization of 
which Mrs. John Wagstaff is head. The food was donated and the proceeds—
approximately $21—will be turned in to the Belgian relief fund.12 
West of Miltonvale, a crew of 125 men, some from Glasco, was also well fed by “the 
ladies of Miltonvale” in 1914. That same year, about two dozen men from Lawrence joined 
area farmers to work on improvements to the Red Line Road west of the city.13 
Farmers and their teams of horses were also employed to assist with the periodic 
maintenance of roads through activities such as smoothing rough surfaces after rain or 
plowing snow (see photos on the next page). In addition to revenue from bonds to fund 
these road projects, the Kansas legislature approved vehicle registration in 1913—$5 per 
automobile and $2 per motorcycle. The money was placed in a Special County Road Fund 
and could not be diverted to any purpose other than maintenance of the state’s roads.14 
Good Roads Day on a rural road near Beloit, Kansas, 1914. Kansas Historical Society 
(kansasmemory.org). Used with permission. Copy and reuse restrictions apply. 
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Horse-drawn road grader near Dorrance, Kansas, 1912. Farmers also dragged 
roads adjacent to their fields, sometimes with nothing more than a log sawn in 
half along its length. Kansas Historical Society (kansasmemory.org). Used with 
permission. Copy and reuse restrictions apply. 
Horse-drawn snowplow driven by P. Thielen at Dorrance, Kansas, February 1912. 
Kansas Historical Society (kansasmemory.org). Used with permission. Copy and 
reuse restrictions apply. 
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The Official Good Roads Year Book of the United States published by the American Highway 
Association in 1915 included summaries of the efforts expended by local entities. Kansas 
had 98,302 miles of roads, only 374 of which were “improved” with a hard surface. In 1918, 
the Kansas Good Roads Association reported that the distance of the “365-day roads” had 
risen to 480 miles, with 1,000 additional miles planned for that year (see the map below). 
The remaining roads in the state were scraped and leveled soil (“earth roads”).15 
At the time, hard surfaces on roads often consisted of gravel. The earliest hard-surfaced 
roads were macadam roads, named after John Loudon McAdam of Scotland, who 
developed the construction technique in the early nineteenth century. These roads had an 
elevated bed that gently sloped from a crest in the center to the lower margins, where 
lateral ditches carried water drained from the road. The road base was coarse, angular rock 
covered by gravel. Interstitial spaces were filled with smaller particles produced while 
crushing the rock and other fine materials, sometimes cemented by water. This type of 
road worked well for decades of traffic by horse-drawn wagons and carriages with hard 
wheels that compacted the material. However, the rubber tires of automobiles and other 
vehicles damaged the roads by removing the fine materials. To compensate, macadam 
roads were sometimes coated with tar to seal them and fill interstitial spaces. Roads were 
also surfaced with coarse materials and binding agents combined in an asphalt mix. In or 
near cities, bricks and concrete were also used as surface materials.16  
Of the 48 states in 1915, only Iowa, Missouri, and Texas had more miles of roads (104,027–
128,971 miles) than Kansas. Township and county funds available for roads and bridges in 
Illustration published by the Kansas Good Roads Association in 1918 showing “365-day 
roads” with a hard surface of gravel, brick, or concrete constructed or planned for 
construction in 1918. Kansas Historical Society (kansasmemory.org). Used with 
permission. Copy and reuse restrictions apply. 
6 
Kansas that year totaled about $5.8 million. Automobile and motorcycle registration fees 
added about $200,000. Ten years later, Kansas would rank second among the 48 states in 
road mileage behind Texas, but in miles of “surfaced roads,” it ranked near the bottom at 
number 40. The Kansas constitution would finally be amended in 1928, allowing the state to 
raise revenue from taxes on motor fuels and vehicles for road construction, relieving some of 
the burden on counties. The state could also receive funds through the federal highway 
program. Kansas was the last state to tap this source of funds.17 
During the early years of the twentieth century, good roads associations at the county 
and state levels were active, and associations promoting specific highways catering to 
cross-country travelers soon joined them. Just as towns had sought railroad access and the 
associated economic benefits, the rise of the automobile and independent cross-country 
travel now led towns to court these travelers and the 
potential revenue they represented. Newspapers 
regularly reported on travelers passing through their 
town, as illustrated by the column header in the 1914 
Beloit Daily Call. The highways were of interest to these 
communities because construction of good roads was 
driven by the needs, desires, and efforts of residents in 
the towns and on the farms. In contrast, entire towns 
sometimes had to move to be close to railroads, whose 
placement was not under their control. For example, 
in 1888, the Union Pacific Railroad could not reach a 
property agreement with the town of Motor, Kansas (east of Plainville) in return for 
building a depot, so the railroad established the depot a little more than a mile down the 
tracks to the southwest. Homeowners and businesses in Motor were forced to move their 
buildings to the new town of Codell (or elsewhere).18 
The focus of immigrants who crossed the Atlantic Ocean to the English colonies and 
United States had long been on an east-west axis—from coast to coast. Similarly, highway 
promotion focused on transcontinental roads, such as the Lincoln Highway established in 
1913 (generally following today’s US Highway 30 across the Great Plains).19 Numbers were 
not assigned to highways until 1926, so each road was promoted with a name.20 
The first interstate road association organized in Kansas was the New Santa Fe Trail 
Association, formed in January 1910 (Table 1). Initially, it was planned to run from Newton, 
Kansas to Pueblo, Colorado. A meeting at Emporia in June 1910 brought together good 
roads boosters who agreed to extend the route east from Newton through Emporia and 
Ottawa to Kansas City. However, the route west from Ottawa through Emporia, Newton, 
and Hutchinson to Kinsley was not near the original trade route of the previous century. 
This led to the creation of a competing group named the Old Santa Fe Trail Association at 
a meeting in Herington in November 1911. They proposed a road that more closely followed 
the original trail west from Ottawa through Council Grove, Herington, Great Bend, and 
Larned to Kinsley. From Kinsley to Pueblo and ultimately into New Mexico, the two roads 
were initially the same. The two groups remained at odds in 1926, when numbers were 
assigned to federal highways.21 More on this transition later. 
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Table 1.—List of early roads crossing Kansas, with the year and city in which the affiliated 
road association was organized (see the map on the inside front cover). Routes changed 
through the years, but later equivalents in the federal highway system are also listed. The 
Rock Island Highway, Red Line Road, Kansas White Way, and Golden Belt Road followed 
the same route west from Colby, Kansas into Colorado. The Rock Island Highway became 
part of the Pikes Peak Ocean-to-Ocean Highway at a meeting in St. Joseph, Missouri in 
1914. The other roads across Kansas also sought to be included as segments of 
transcontinental routes.22 
1910 New Santa Fe Trail Hutchinson, Kansas US Hwy 50 and 56 
1911 Meridian Road Salina, Kansas US Hwy 81 
1911 Golden Belt Road Manhattan, Kansas US Hwy 40 and 24 
1911 Old Santa Fe Trail Herington, Kansas US Hwy 56 and 50 
1913 Rock Island Highway Belleville, Kansas US Hwy 36 and 24 
1914 Red Line Road Clay Center, Kansas US Hwy 24 
1914 Kansas White Way Beloit, Kansas US Hwy 24 
 
Counter to the east-west focus, one of the first roads across the center of the continent 
was a north-south route established in Kansas in June 1911—the Meridian Road. The name 
was taken from the road’s proximity to the north-south Sixth Principal Meridian 
established on the Kansas-Nebraska border in 1855. The meridian was used as a reference 
point to survey boundaries in the region, including state boundaries. There had been roads 
along the actual meridian in Kansas and Nebraska since at least the 1870s,23 but the new 
Meridian Road would be shifted a few miles west in northern Kansas so that it passed 
through county seats, which were typically the largest towns. 
 John Charles Nicholson, a lawyer from Newton involved in the establishment of the 
New Santa Fe Trail, proposed the Meridian Road in 1911. A meeting of road boosters was 
called in Salina on June 1. At the meeting, the Sixth Principal Meridian Road Association 
was organized, as were several county associations along the route in Kansas. The county 
associations would be responsible for maintaining and marking the route with signs 10 
inches tall by 20 inches wide, shaped like the state of Kansas. Down the center would be 
a vertical line representing the road, which would be marked with the locations of various 
towns, “each named in good sized letters and between them the figures representing the 
number of miles from one to the other.”24 
States from Canada to the Rio Grande were invited to join the project, and the 
International Meridian Road Association was organized in January 1912 at a meeting in 
Emporia. John Nicholson retained his position as secretary-treasurer and later become 
president. Road boosters in Manitoba also supported the highway. The road’s name was 
upgraded to Meridian Highway in 1919.25 A proposal to extend the highway to Mexico 
City and then into South America was promoted in the 1928 Bulletin of the Pan American Union 
as “A ‘Main Street’ for Pan America,” but this extension was never fully realized.26 
The first east-west route between Kansas City and Denver across northern Kansas was 
the Golden Belt Road, spearheaded by boosters in Abilene in September 1911. It was 
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originally proposed as a highway from Manhattan to Salina, passing through Junction 
City, Chapman, Abilene, and Solomon, with a possible extension to Kansas City. The 
Golden Belt Road Association was organized in Manhattan in November 1911.27 The road 
soon ran from Kansas City to Colby, Kansas, where it was joined by other roads to Denver. 
A second route across northern Kansas was established in March 1913, when the Rock 
Island Highway Association was organized in Belleville. It was named for the Rock Island 
Railroad and used the railroad’s emblem to mark its route, which ran from St. Joseph, 
Missouri (north of Kansas City) across the northernmost tier of counties in Kansas before 
turning southwest toward Colby. From Colby, the road ran to Limon (formerly Limon 
Junction), Colorado. Limon served as a junction for roads running northwest to Denver 
and southwest to Colorado Springs. A year later, the Rock Island Highway became part of 
the Pikes Peak Ocean-to-Ocean Highway routed through Colorado Springs. This route 
was established at a meeting in St. Joseph in March 1914. (Robert Weingroff has described 
the history of this transcontinental highway.)28 
Not to be left out, towns across the tier of counties between the Rock Island Highway 
in the north and the Golden Belt Road in the south organized routes between Kansas City 
and Denver—the Red Line Road and the Kansas White Way. Routes would change, but 
the Golden Belt Road, Red Line, and White Way initially followed the Kansas River west 
from Kansas City. This route passed through Lawrence (home to the University of 
Kansas), Topeka (the state capital), and Manhattan (home to the State Agricultural 
College, now Kansas State University). At Manhattan, the Golden Belt Road headed 
southwest to follow the old Smoky Hill Trail and Union Pacific Railroad. The White Way 
and Red Line turned north to Clay Center.29 
Rivalries among the four routes across northern Kansas were most intense between 
supporters of the Red Line Road and Kansas White Way. The Red Line Road Association 
was organized at Clay Center in March 1914. The road would pass through Glasco on the 
direct route from Clay Center to Beloit, upsetting boosters in Concordia, which would be 
bypassed. Concordia was on the Meridian Road, but most tourist traffic would be on the 
east-west routes. Thus, less than two weeks later, another meeting was held in Beloit at 
which the Kansas White Way was organized. This road would turn north and west from 
Clay Center to pass through Concordia before turning back south to Beloit. After running 
west from Beloit, the two highways split again at Osborne. The White Way took the more 
direct route to Hoxie through Stockton and Hill City on the Solomon Valley Highway. 
This route was originally referred to as the Beloit–Colby Cutoff, because Plainville road 
boosters had earlier promoted a road named the Paradise Divide Red Line, part of the Red 
Line Road. The Red Line Road ran south and west from Osborne through Plainville along 
an upland known as the Paradise Divide between Paradise Creek to the south and the 
South Fork Solomon River to the north. This route included a relatively level road through 
Plainville from the east that was touted by local road boosters. “From a point east of 
Plainville the Red Line boasts of a straight stretch of 70 miles without a turn or bridge, or 
a single raise that cannot be taken on high [gear]. … At the end of this 70 mile stretch the 
Red Line turns north to Hoxie.” It was at these two detours from the most direct route 
that the rivalries were especially strong between the White Way and Red Line. West of 
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Hoxie, unity of purpose was restored. The Red Line and White Way ran together to Colby, 
where they joined the Golden Belt Road and Rock Island Highway to Limon. The Red Line 
gained prestige in 1914 when it became part of the Midland Trail.30 
The Rock Island Highway was generally isolated from the other routes across northern 
Kansas. However, travelers on the other three roads from Kansas City to Denver could easily 
lose their way because of all the overlaps and divergences. In Manhattan, the first point of 
divergence for westbound travelers, the Commercial Club decided to place a directional sign 
for the Golden Belt and Red Line Roads at the corner of Poyntz Avenue and Eleventh Street 
to prevent tourists from taking the wrong road when leaving town to the west.31 
The routes of these highways were primarily marked by colored bands on telephone 
poles—a gold band for the Golden Belt Road and a white band bordered by black bands 
for the Kansas White Way. The Midland Trail was identified by a black band bordered by 
orange, but through much of its route in Kansas and eastern Colorado, it was initially 
marked by the red band of the Red Line Road. At least a portion of the White Way was 
marked with colored metal bands rather than paint on the wooden telephone poles. Metal 
signs were also used on some routes.32 
The rivalries among towns on competing routes occasionally went beyond words. For 
example, the Golden Belt and Red Line Roads followed the Kansas River west from Kansas 
City, but they were not always on the same side of the river, and there were few bridges. The 
Red Line followed the south side of the river from Topeka to Kansas City, as did the Golden 
Belt Road from Topeka to a bridge just east of Lawrence and west of Eudora. At this bridge, 
the Golden Belt Road crossed to the north side of the river and then ran east from Linwood 
to Kansas City. Along the route near Linwood and Eudora, a “Paint Brush War” erupted in 
1914. The gold bands of the Golden Belt Road that directed eastbound travelers to the north 
side of the river and Linwood were painted “wagon red,” hiding directions for the turn and 
sending travelers into Eudora instead. The reason put forward was that the painter hired by 
boosters in Eudora mistakenly thought he was supposed to replace the gold bands. Whether 
that explanation was true or not, he was sent out to restore the gold bands, and peace was 
restored between Eudora and Linwood.33 
The Red Line Road also had active supporters in Plainville and Glasco. They invoked 
the topography in praise of their route while deriding the Kansas White Way. Rivers 
across northern Kansas generally flow west to east. Roads along these rivers could be more 
challenging to maintain because the soil in some areas had a high sand content and the 
valleys periodically flooded. The straight, level Paradise Divide Red Line on the upland 
through Plainville avoided these problems. Glasco also bemoaned roads constructed on 
sand in the Republican River valley near Concordia, a route that was also longer than the 
road through Glasco.34 
This rivalry led to another minor painting incident—a practical joke—in Glasco. A 
candy salesman from Concordia was in rival Glasco. While in Glasco, the salesman left his 
car at a local garage as he conducted his business. Attached to his car’s radiator cap was a 
small pole painted with the White Way colors. In his absence, some of “the boys” at the 
garage painted it “a brilliant red in honor of the ‘Red Line.’” The owner of the car “got 
pretty angry over the affair,” but “everything was settled amicably.”35 
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Usually, local volunteers took it upon themselves to paint (and repaint) the color 
bands on telephone poles that marked the various routes.36 However, boosters in Glasco 
and Plainville “devised a novel scheme for painting the Red Line from Kansas City to 
Denver.” To help fund their work, they would earn money for paint and other expenses by 
playing ball against local teams in communities while they traveled down the Red Line 
Road.37 
Glasco Red Line Basket Ball Team 
In addition to volunteer painters and donations of paint to mark telephone poles along 
the routes, various fundraisers were held. In 1914, farmers along the Red Line Road “set 
aside certain small tracts, the proceeds of the crops raised thereon to be used for building 
good highways.” In Plainville, Olive Kackley, “Stage Directress and Dramatic Coach,” was 
hired to put on a play in December 1914. Proceeds after expenses would be used for 
“painting the Red Line.”38 However, what the local boosters in Glasco proposed that same 
month would be much more ambitious and generate wide publicity for the Red Line. They 
would have the Glasco basketball team play local teams along the route in the evenings 
and paint poles as they drove between towns during the day. 
Basketball began in Glasco in 1898, when girls at the high school organized a team. 
However, “for some reason it did not create much enthusiasm.” In February 1903, local 
businessowners “fitted the Opera House with goal loops and provided a ball for the 
practice of ‘basket ball,’” which was considered “an ideal game for both sexes of any age,” 
even if “the game is better played out of doors.” By March, the high school girl’s team had 
new uniforms and the boys team was scheduling games against outside opponents. High 
school basketball continued in subsequent years and Glasco teams earned a reputation for 
their talent on both indoor and outdoor courts. Glasco High School’s 1904–1905 team won 
all 10 games against high school opponents, and two of four games against “senior” clubs, 
losing to the Osage Athletic Club and Topeka YMCA, while defeating teams from the 
University of Kansas and St. Johns Military Academy in Salina. In addition to the high 
school team, the Glasco Athletic Club organized a basketball team during the winter of 
1903–1904 that played for several years.39 
In late 1904, Glasco’s Davidson & Company “turned their new monster implement 
shed into an auditorium, or opera house. It [was] floored with 3 inch [wooden] flooring, 
and a monster stage erected across the north end.” Among the events held in the new 
building were basketball games. In the summer of 1910, the Davidsons sold the implement 
business, including the auditorium, but retained their automobile business in Glasco. The 
auditorium continued to be used for basketball and other events until 1911. That 
November, a fire started in the auditorium, and strong winds pushed it through the 
business district, where it also destroyed Davidson’s garage, a bank, and several other 
businesses. In the following months, the Davidsons built a new garage with a steel-truss 
roof two stories high. It spanned a room 25 feet by 60 feet with no interior poles, which 
was substantially smaller than today’s basketball courts. Nevertheless, with the 
auditorium destroyed, the new garage was used for various community activities, 
including basketball. The first games in the garage were played in November 1913.40 
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Basketball was an important community activity in Glasco. In December 1905, 
Davidson’s Auditorium was the site of a three-day basketball tournament, a substantial 
undertaking for a small community. In addition to the teams from the Glasco Athletic Club 
and Glasco High School, the competitors included Minneapolis High School, Campbell 
College of Holton, Washburn College of Topeka, and a team from Manhattan, which 
included students from the State Agricultural College (now Kansas State University). 
James Naismith was scheduled to referee the games, but he was called away on business 
shortly before the tournament began. Naismith was replaced by O.J. Morris of Kansas 
Wesleyan University in Salina, and he was busy. The six teams played a total of 17 games. 
Attendance grew each day, and on Saturday evening, the final day of the tournament, a 
special train carried about 250 additional spectators to Glasco, which overtaxed the 
seating capacity of the auditorium. “The [tournament] management was at its wit’s end to 
know what to do, but it was decided to narrow down the playing space, and four rows of 
seats were placed along the hall and everyone seated.” The crowd was estimated at 1,000 
people. The Glasco Athletes (with brothers Lorean and Joseph Davidson) defeated Glasco 
High School (with Howard Gray) in the final game by a single point. This led to a three-
way tie among the two teams from Glasco and Washburn College. After the expenses of 
the teams were paid, the organizers had “a little left over.”41 
A few days later, the Glasco High School team left by train for a barnstorming tour 
running through 4 January 1906. Their opponents included high schools, small colleges, 
athletic clubs, and a team at Fort Riley. One game was played outside, and another outdoor 
game was canceled because of snow. Glasco’s record on the trip was 9–1. A few teams 
canceled their games after the trip had begun, so the high school team lost money. They 
planned fundraisers to alleviate their debt.42 
The following season, some of the young players organized the T. T. Club to play against 
high schools and the Glasco Athletic Club. In February 1907, the Glasco T. T. Club toured 
central Kansas, earning a 6–2 record. They split a pair of games with at the State Agricultural 
College and Marquette High School. The second loss came after “our famous guard, 
[Howard] Gray, had left us.” After the final victory in Salina, the team disbanded for the 
season. They reorganized the following year, as did the Glasco Athletic Club. In January 1908, 
both teams lost to the barnstorming Arctic Brotherhood team from Nome, Alaska.43 
When the T. T. Club reorganized for the 1908–1909 basketball season, they wrote an 
article published in the Glasco Sun asking for support to help them break even financially and 
pointing out that “the businesses and city of Glasco have received more free advertising in 
the last five years from the Basket Ball teams than from any institution or business enterprise 
in the city.” Baseball teams across the state often expressed this same view. However, the 
Glasco Sun later chastised the Glasco T. T. Club in January 1909 for losing their temper after 
an unfair referee abused them during a game with Kansas Wesleyan University at Davidson’s 
Auditorium. During the second half, the Glasco players became so aggressive that two of 
them were ejected from the game, and two others were arrested for hitting the referee. The 
team disbanded. Meanwhile, the Glasco High School team remained active with players 
Chester “Chet” Halderson, William “Will” Klein, and Frank McCollough.44 
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The idea of having a basketball team barnstorm its way from Glasco to Kansas City 
and Denver in 1915 was credited to Lorean Forrest “L.F.” Davidson. He was president of 
the Red Line Road Association and co-owner of the garage where the practical joke had 
been played on the candy salesman from Concordia. He also owned the auditorium and 
garage that hosted local basketball games. The plan was to have the team travel in an 
automobile owned by Davidson & Company, and they would pull a trailer carrying tools 
and paint. In contrast, just a few years earlier, the Glasco High School team had traveled 
to Minneapolis in a “bus with a four-horse team,” while the high school and T. T. Club had 
toured by train.45  
Host communities were asked to pay $25 and cover the team’s hotel expenses. The 
scope of their proposal can be appreciated by examining the log of the Red Line Road 
published in July 1914, followed by another logging trip in December by J.R. Edwards of 
the Blue Book Company, publisher of guides for road travelers. The distance from Glasco 
to Kansas City, Missouri was logged at 215.9 miles; Glasco to Denver was 448 miles. The 
Glasco players on the team who would undertake these journeys that winter included 
Joseph M. Davidson, Alph Copple, Howard Gray, Chet Halderson, Will Klein, Frank 
McCollough, and David Williams, familiar names from Glasco’s early history with the 
sport. Their new uniforms featured the Midland Trail colors (orange and black) with “Red 
Line” across the front. In January, the team also hosted a dance in Glasco to raise money.46 
Red Line Basket Ball Team. Front row (holding Red Line pennant): Frank 
McCollough and Dave Williams. Standing: L.F. Davidson, Alph Copple, 
Howard Gray, J.M. Davidson, Chet Halderson, and M.B. Van Leer. Glasco 
Sun, 4 March 1915, p 4 and Topeka State Journal, 13 March 1915, p 3. 
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The Red Liners planned a schedule of 26 games—14 to the east in January and 12 to the 
west in February, including three games in Colorado. In the end, they played only one game 
to the east (Miltonvale) and nine games on the trip to the Denver, as well as some local 
games (Table 2).47 It is possible that some of the communities where the Red Liners had 
hoped to play could not or would not raise the $25 plus hotel costs. Some of these towns 
were small, well under 1,000 people. In addition, larger cities from Manhattan to Kansas 
City were served by three roads to Denver and might not have felt the need to pay someone 
to paint only the Red Line. 
During the 1890s and early 1900s, basketball was played on any size court available, 
some indoors and some outdoors. This meant that players had to adapt their style of play 
to local conditions, as on baseball fields. Games in Glasco after 1913 were played in the 
Davidson & Company garage. An advertisement in the Glasco Sun in 1916 for a basketball 
game at the garage on March 4 mentioned that admission to the main floor was 25¢, but 
75 reserved seats were available in the “Balcony” for 35¢. Some of the games on the 1915 
tour to Colorado were played in opera houses and auditoriums, which added to the variety 
of court dimensions the Red Liners had to adapt to on the tour. In Flagler, Colorado, for 
example, they played in a “narrow hall, [with a] low ceiling and the baskets being but eight 
feet from the floor instead of ten feet, the regulation height.”48 
At the conclusion of their tour, the team reported that the Red Line Road to Colorado 
was “much better in the west than the east end of the drive.” This might have been due, at 
least in part, to winter weather. On the way to their first game in Beloit, the team had to 
temporarily abandon the car and trailer in Simpson during a storm and take the train to 
Beloit. The Red Liners stayed an extra day in Beloit while the storm passed, so they played a 
second game before retrieving the vehicle to continue the trip. However, the time lost meant 
they were unable to paint telephone poles on the stretch of road from Glasco to Downs. The 
Table 2.—Games played in 1915 by the Red Line Basket Ball Team of Glasco, 
Kansas. Cities are in Kansas, except as noted. Scores report the Glasco Red 
Liners’ points first. Scores reported in some newspapers were negligibly 
different from the scores presented here from the Glasco Sun and Beloit Daily Call. 
January 5 Miltonvale 68–35 
January 26 Fairview at Glasco 69–11 
February 1 Beloit High School 55–17 
February 2 Beloit Athletic Club 18–8 
February 3 Downs 40–19 
February 5 Portis at Osborne 32–22 
February 6 Plainville 49–20 
February 8 Hill City 42–35 
February 10 Goodland 48–14 
February 12 Burlington, CO 82–14 
February 13 Flagler, CO 29–27 
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Red Liners were undefeated on their western tour, but attempts in March to arrange a series 
of games to the east were unsuccessful. Games against Kansas Wesleyan University (on the 
Golden Belt Road) and the Topeka Cubs were canceled. Nevertheless, the Red Liners were 
able to paint poles across much of the route to the west, and the tour generated publicity in 
newspapers across the region.49 
Through the 1920s, the Red Line 
basketball team continued to represent 
Glasco, though they did not tour along the 
highway. Instead, they played area teams and 
clubs such as Ira Bidwell’s Native Sons of San 
Francisco in 1916, as noted in the ad in the 
Glasco Sun on March 2. A movie preceded the 
game. Glasco won the third game, 27–21, 
though it was certainly not for the 
championship of Kansas or California, as 
suggested by the ad.* During the summer, 
the Glasco–Simpson baseball team also 
played under the Red Line name. However, 
as with the later basketball teams, they did 
not travel the Red Line Road to paint poles.50 
Nevertheless, the success of the Glasco Red 
Line Basket Ball Team in 1915 inspired 
another ball club to barnstorm and paint 
during the following summer. 
Plainville Red Line Base Ball Club 
The history of baseball in Kansas predates statehood,51 though it arrived later in 
western Kansas. A post office was established in Plainville in 1878, but the city was not 
incorporated until 10 years later. Nevertheless, the Plainville Base Ball Club (BBC), made 
up of “Plainville boys and others in the vicinity,” was organized in February 1882. Despite 
the early start to the season, the club was soon arranging games with other teams in Rooks 
County. In the first game, their opponent was the Bachelor Club from Walnut Grove. The 
teams fielded 10 players, as shown in the box score. However, the “severest storm of the 
season” dashed plans for their game on February 18. Plainville expected a challenge in 
March from a team in Nicodemus, a nearby community of black settlers established in 
1877, but no game was reported. Failing to arrange more games, the team “had quit 
practicing and almost totally disbanded” when the Kansas Pacific Railroad team from Ellis 
 
* Ira Bidwell was a baseball promoter in Kansas and elsewhere in the Midwest. In late 1915, he 
barnstormed to the West Coast with the Kansas City Red Sox. After the baseball team disbanded, 
Bidwell and some of the players organized the Native Sons basketball team to earn money on their 
way back to Kansas City for the winter. (Kansas City Times, 23 November 1915, p 10.  McPherson 
Daily Republican, 29 January 1916, p 4.) 
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came to town on April 29. Consequently, Ellis 
won the game handily, 56–37. The Plainville BBC 
rebounded, however, defeating a picked nine from 
nearby Motor in June (76–45) and Webster in 
October (24–18). They were still looking for 
games in November.52 As happened elsewhere in 
Kansas, a town team periodically represented 
Plainville into the twentieth century, and 
unsuccessful efforts to organize leagues of town 
teams were attempted in 1902, 1909, and 1915.53 
In 1915, Plainville and Glasco both planned to 
travel the Red Line, playing baseball, painting 
poles, and installing directional arrows. Plainville 
would go west, while Glasco traveled east.54 
However, the Glasco team did not make the trip. 
Instead, they played area town teams on an 
irregular schedule. In March, they declined an 
invitation to a meeting called to organize a Solomon Valley Baseball League. In September, 
baseball games at Glasco’s annual Fall Festival were between Isaac “Ike” Sewell’s Simpson 
Leaguers and a team organized by Ira Bidwell. Bidwell’s team played for Emporia in the 
Kansas State League during its final season in 1914 and was based in Iowa in 1915. Sewell’s 
Leaguers was a professional team composed mainly of minor league players whose seasons 
had ended. Sewell organized the Leaguers in his hometown of Simpson from 1913 to 1917. 
In 1918, he moved to nearby Beloit, where he reorganized the Leaguers in 1919–1920. Jan 
Johnson has written an excellent history of the Beloit Leaguers and their predecessor in 
Simpson.55 
Plainville, on the other hand, did tour the Red Line Road. While the Glasco basketball 
team was able to travel in a single automobile with a trailer, the larger number of players 
on the Plainville baseball team meant they had to use multiple vehicles. On the trip west, 
the group initially consisted of four automobiles and 15 players, plus “an immense amount 
of paint and road marking paraphernalia.” The Plainville Red Liners painted every pole 
that had not been painted by earlier volunteers and touched up the paint where it had been 
applied in previous years. They painted the Midland Trail bands of black and orange on 
about every sixth pole, while the other poles received a red band. In communities where 
gate receipts were meager or games were cancelled by rain, local community leaders, such 
as banker Ike Sewell and Congressman John Connelly in Colby, arranged donations.56 
Of the 14 games scheduled by the Plainville Red Liners, four were canceled due to rain 
(Table 3). Their only loss was to Glasco, though the Hill City Reveille-New Era claimed that the 
Plainville “Red Liners had a hard time defeating the pick-up ball team.” In Goodland, 
Plainville twice defeated the team that had announced in February it was looking to import 
“a player or two for the coming season.” They hired a pitcher from Tennessee (Harry 
Womack), who had reportedly been signed by the Fort Smith (Arkansas) Twins of the 
Western Association. The Goodland first baseman was “Tomaso Montoro, the Cuban.” The 
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Red Liners defeated Womack, 8–1, in the first game. Montero batted first in the lineup for 
Goodland in both games but had only two hits in ten at-bats. Goodland later picked up 
additional talent from out of town and played better the rest of the summer.57 
Town team baseball continued in Plainville that summer after the trip down the Red 
Line. The following spring, Plainville agreed to join five other towns in organizing what was 
initially called the Lincoln Branch League. The towns all sat on the railroad line of that name 
running northwest from Salina through Lincoln, Sylvan Grove, Lucas, Luray, Natoma, and 
Plainville. The league’s name was changed to the Saline Valley League in May, and the season 
ran through September. The six clubs were the Lucas Braves, Luray Wild Cats, Natoma 
Indians, Plainville Giants, Sylvan Grove Terriers, and Victor (Vesper) Pirates. Teams 
included local talent and hired players, some with minor league experience. League games 
were played on Sundays, and teams were free to play other opponents during the week. 
League secretary, Lawrence Curtis Gilbreath of Lucas, submitted reasonably thorough 
information to the Lucas Independent, including box scores and league batting averages. Several 
other newspapers also covered the league or at least their local team. The summaries in the 
Lucas Independent were accompanied by humorous illustrations. Gilbreath’s summaries and 
those in other newspapers ended before the final game was played, but Luray apparently 
won the pennant, with Plainville and Lucas close behind.58 
The First World War slowed activity on local baseball diamonds, but Plainville 
organized independent baseball teams in subsequent years that played nearby town 
teams. In June 1923, at the Rural Mail Carriers Convention, a reunion of the “old time 
Plainville League baseball team” defeated the 1923 Plainville club, 7–0.59 
Table 3.—Games scheduled in 1915 by the Red Line Baseball Club from 
Plainville, Kansas in towns along the Red Line Road (the team played other clubs 
after the tours). Cities are in Kansas, except as noted—five games to the east and 
nine games to the west. Results show the Plainville Red Liners’ score first. 
April 18 Zurich 7–3 
April 28 Osborne 11–5 
April 29 Asherville rain 
April 30 Simpson rain 
May 1 Glasco 4–7 
May 11 Hill City 8–6 
May 12 Hoxie 7–2 
May 13 Colby 4–1 
May 14 Goodland 8–1 
May 15 Goodland 7–5 
May 19 Stratton, CO rain 
May 20 Flagler, CO rain 
May 22 Limon, CO 19–2 
May 23 Deer Trail, CO 9–1 
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Fates of the Named Roads 
The early progress of road, highway, and bridge construction in Kansas can be followed 
in the biennial reports of the Kansas Highway Commission, beginning with the report for 
1917–1919.60 The first federal aid project for a highway in the state was awarded on 24 July 
1918. The funds were used to construct a section of the Golden Belt Road between Junction 
City and Fort Riley. This road carried considerable traffic from the military post to the 
city’s railroad station. The pavement consisted of 5,689 linear feet of brick on a concrete 
base and 214 feet of reinforced concrete at the northern end on the approach to a bridge 
being constructed over the Republican River (total road length of approximately 1.1 miles). 
Twenty other federal aid projects were awarded in 1918, including another section of the 
Golden Belt Road west of Junction City, a section of the Midland Trail (Red Line Road), 
and two sections each on the Old Santa Fe Trail and New Santa Fe Trail connecting it to 
the Old Santa Fe Trail. Several other projects on the Midland Trail, Old Santa Fe Trail, and 
New Santa Fe Trail had been approved but not initiated for various reasons.61 
In 1921, George Stansfield of Topeka and Ben Blow of California proposed a paved Victory 
Highway from New York to San Francisco that would pass through Kansas “over a 
consolidation of present integral highways.” In Kansas, it would generally follow the Golden 
Belt Road. The California Good Roads Association offered to pay half the cost of signs from 
Topeka to California. The highway was to be a memorial to those who served and died 
during the First World War, so bronze statues of soldiers in full trench gear would be placed 
at each state boundary. In addition, bronze Victory Eagles were to be placed at each county 
line, with plaques listing local service members. However, plans for both types of sculptures 
fell victim to a rapid loss of interest in war commemorations. Only seven Victory Eagles were 
placed on stone bases—three in Kansas and four in California. They have all been removed 
from their original sites. In Kansas, one now sits in Gage Park in Topeka, another is on the 
campus of the University of Kansas in Lawrence, and the third is in the City Park in 
Wamego. The entire highway project was never fully realized because of the Great 
Depression, but the road became part of the new numbered federal highway system.62 
The names of roads began to give way to highway numbers after the First World War. 
By the mid-1920s, there were more than 250 named roads across the country of various 
lengths and equally variable qualities. In addition, the number of automobiles was 
increasing dramatically. Confusion among travelers on these highways arose not only 
because of the overlap of several roads, but also because some named roads promoted 
multiple routes. Questions were raised as to whether the roads served the goals of the 
communities they passed through—the communities that promoted them—or the 
interests of the travelers.63 
With the beginning of the federal-aid highway program in 1916 and the 1921 Federal-
Aid Highway Act, government involvement at the federal and state levels began to exert 
more influence over highways. Wisconsin instituted systematic highway numbers when 
signs were placed along roads throughout the state in 1918. Transcontinental and shorter 
interstate US highways were selected and numbered in 1925 and “finalized” in 1926, along 
with the familiar white shield symbol on signs. The major east-west roads, primarily 
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transcontinental highways, were given two-digit numbers that ended in 0 and increased 
from north to south (10, 20, 30 … 90). The one exception was the northernmost route, US 
Highway 2, which avoided a US Highway 0. Major north-south routes ended in the 
number 1 (secondary routes ended with a 5), ranging from US Highway 1 along the east 
coast to US Highway 101 along the west coast.64 
Disagreements about the numbers assigned to some of the major highways were raised 
immediately, and several changes followed. The least contentious number assigned to a 
road mentioned in this narrative was US Highway 81 for the Meridian Highway.* Probably 
the most famous example of a contentious assignment of a number was US Highway 60. 
Initially, it did not follow the general pattern of east-west routes. Instead, it ran southwest 
from Chicago to Los Angeles and crossed several of the other principal highways (US 
Highways 30, 40, and 50). It was subsequently given the euphonic number US Highway 
66. Another US Highway 60 was established to run from Virginia to southern California, 
but it does not pass through Kansas.65 In a throwback to the early named highways, Route 
66 picked up its nickname, “The Mother Road,” after highway numbers were assigned. 
Route 66 crossed the southeastern corner of Kansas, but numbers assigned to other 
Kansas roads were more contentious within the state’s borders. In the state’s oldest 
highway rivalry, the Old Santa Fe Trail became US Highway 50, while the New Santa Fe 
Trail was given a number indicating secondary importance—US Highway 250. A dispute 
also arose over the designation of US Highway 40. At Manhattan, US Highway 40 
followed the Midland Trail (Red Line Road) rather than the Victory Highway (the old 
Golden Belt Road). Complaints about this decision included the presumed bias of State 
Highway Commissioner L.F. Davidson of Glasco.66 However, compromises proposed by 
the state were soon accepted. 
US Highway 50N and US 50S were assigned to the two Santa Fe Trail roads where 
they followed different routes across Kansas. In addition, US 50N departed from the 
original routes of the Santa Fe Trail roads by running west from Larned to Garden City 
(now Kansas Highway 156). To the north, a similar compromise was reached when the 
Midland Trail (Red Line Road) west of Manhattan became US Highway 40N and the 
Victory Highway (Golden Belt Road) became US 40S. The principal difference from the 
original named routes was that US 40S did not turn north at Oakley to join US 40N, as 
the Golden Belt Road and Victory Highway had done. Instead, the southern branch 
continued west from Oakley into Colorado.67 This was not the end, however. 
The numbers of the highways again changed to remove the north and south designations. 
In 1956, US Highway 50S was simplified to US 50, and it continued on its original route west 
to Pueblo, Colorado. US 50N became US Highway 56. Along with the numbers, two major 
changes were also made in the route. The section of US 50N from Larned to Garden City 
became a spur highway—US Highway 156, which later became Kansas Highway 156. This 
meant that US 56 again followed the original routes of the Santa Fe Trail roads from Larned 
through Kinsley to Dodge City. However, the two routes split in a new location when US 56 
 
* Approximately 95 miles of US Highway 81 north from Wichita to its junction with Interstate 
Highway 70 at Salina have been replaced by Interstate Highway 135. 
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replaced Kansas Highway 45, which ran southwest from Dodge City to Elkhart in the far 
southwestern corner of the state. US 56 was also extended from Elkhart across the 
Oklahoma panhandle into New Mexico, where it now connects with Interstate Highway 25 
at Springer. As the final changes were made, road boosters along the highways remained 
active through the organization of the Santa Fe Trail Association in July 1956.68 
Twenty years earlier, the use of US Highway 40N for the Midland Trail (Red Line Road) 
and US 40S for the Victory Highway (Golden Belt Road) had also changed. US 40N became 
part of US Highway 24. US 40S retained the coveted number ending in zero, minus the S 
designation. However, with the coming of the interstate highway system in 1956, both routes 
would contribute to Interstate Highway 70. Over most of its length in Kansas, I-70 parallels 
or overlaps US 40 west to Oakley. At that point, I-70 turns north, toward Colby, just as the 
Golden Belt Road and Victory Highway had done. This left US 40 to continue on its own 
into Colorado. At Colby, I-70 replaced US 24 as it made its way into Colorado.69 Paved 
sections of US 40 bypassed by I-70 still exist from Kansas City to Ellis (13 miles west of 
Hays), but a gravel road has replaced the old highway from Ellis to Oakley. 
Kansas is one of three states laying claim to the first interstate highway system. A 
segment of the Pennsylvania Turnpike between Irwin and Carlisle opened to the public in 
1940 was later incorporated into the new interstate highway system (now I-76). Missouri 
had the first signed contract for work under the new system on US Highway 66 (now I-
44) northeast of Springfield. Missouri was also the first state to award a contract for 
construction—US Highway 40 (now I-70) at St. Charles. Kansas had the first project 
completed under the Federal-Aid Highway Act of 1956. Paving was already underway on 
a stretch of US 40 west of Topeka, but work under a new contract continued on 26 
September 1956 and the 8-mile segment was opened on November 14. It was built to the 
new construction standards for interstate highways, but only two lanes had been 
completed by November.70 Claims for the recognition of extremes, such as first or largest, 
often come with caveats. 
So, what happened along the detours from the shortest routes on the Red Line Road 
and Kansas White Way that had pitted road boosters in Glasco and Plainville against their 
neighbors? They were replaced by state highways. The White Way in northeastern Kansas 
had shifted to a northerly route by 1918, which placed it near the Rock Island Highway. 
This proximity meant that only one would be incorporated into the federal highway 
system. The Rock Island Highway became US Highway 36, and the White Way through 
Concordia became part of Kansas Highway 9.71 
In the spring of 1916, the name Red Line Road was dropped in favor of Midland Trail, 
and the route through Plainville was included in the National Midland Trail guide at the 
end of June. Local volunteers continued to paint poles with the orange-black-orange bands 
west of Plainville. However, in May 1917, Plainville joined a new organization promoting 
the Riley–Logan Blue Straight Line Highway, which was to run west from Fort Riley to 
Bennington, which sat on the Meridian Highway north of Salina. In mid-May, Bennington 
promoters had already begun to mark the straight route that ran 40 miles east to Junction 
City. West of Bennington, the road would pass through Lincoln (Lincoln Center) and 
Plainville toward its proposed western terminus at Fort Logan in Colorado. Additional 
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segments of the route were marked the following month with a 12-inch blue band. In 1918, 
the Official Map of Kansas State Roads showed the changes in road names. The section of 
the old Red Line Road through Plainville ceased to be part of the Midland Trail, which 
instead followed the shorter Solomon Valley Highway through Stockton. The Blue 
Straight Line would become Kansas Highway 18 and eventually run from Junction City 
and Manhattan in the east to its western junction with US Highway 24 east of Hill City.72 
In addition to the roads and their designations, the good roads associations also 
evolved. Portions of US 56 and 50 are now part of the Santa Fe Trail National Historic 
Trail auto route supported by the Santa Fe Trail Association. The Smoky Hill Trail 
Association is seeking the same designation for the 1860s trail from northeastern Kansas 
to Denver generally followed by the Union Pacific–Eastern Division (Kansas Pacific) 
Railroad, as well as the Golden Belt Road and its successors. The US 36 Highway 
Association promotes the highway and its communities across Kansas. Similarly, the 
Solomon Valley Highway 24 Heritage Association promotes a portion of US 24 from Hoxie 
to Glasco. Both the roads and their promoters are still active more than a century after they 
began with routes of scraped soil marked by colored bands painted on telephone poles by 
local boosters and by the Red Line ball clubs from Glasco and Plainville. 
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You can learn more about the early history of 
baseball played by teams throughout Kansas in 
the book Kansas Baseball, 1858–1941, published in 
2017 by the University Press of Kansas and 
available in paperback or e-book through 
bookstores and online retailers. 
The book explores the early game played by 
hundreds of town teams composed of white 
males, as well as teams of women, African 
Americans, American Indians, and Mexican 
Americans. Also described are the regional 
minor leagues and major league tours, along 
with the histories of towns still playing 
baseball in the state’s oldest ballparks 
constructed between 1924 and 1940. 
